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Introduction
Compared with native-born commuters, U.S. immigrants generally have different transportation patterns: they are more likely to ride public transit and less likely to drive [1] [2] [3] [4] [5] . This is especially true when immigrants just arrive in the U.S.: many of them have low socioeconomic status, have no driver's license that can be used in the U.S., and are less familiar with local road systems. After arrival, however, immigrants gradually become socially [6, 7] , economically [8, 9] , and culturally assimilated [10, 11] into the U.S. society. As a result, they might also assimilate into the transportation pattern in the U.S. by taking less public transit.
Following the assimilation framework [12] , prior transportation research [13] finds that transportation assimilation does occur among U.S. immigrants in California: when immigrants stay in the U.S. longer, they are less likely to take public transit to commute. The conclusion of transportation assimilation is robust even after controlling for demographic and socioeconomic variables. This paper extends prior research along two dimensions. First, I study immigrants living in the entire U.S. rather than a state. Second, and more importantly, I use repeated cross-sectional census and American Community Survey (ACS) data taken in 1980, 1990, 2000, and 2010 , rather than a single cross-sectional data set. By using survey data taken in different years, this paper takes the possible systematic differences between various cohorts of immigrants into account: using single and repeated cross-sectional data to study transportation assimilation are equivalent only if the immigration flow is constant over time and immigrants of different cohorts respond to the U.S. transportation systems in the same way. Therefore, it is important to revisit the empirical question of transportation assimilation among U.S. immigrants using new data sets, in particular, repeated cross-sectional data.
Theoretical framework
From immigrants' perspective, there are mainly three types of determinants of transportation mode choices. First, various demographic and socioeconomic characteristics affect choices of transportation modes. Automobile use is more costly than public transit use, hence all else being equal, socioeconomic status should be negatively correlated with public transit use [14, 15] . Recent studies suggest that other socioeconomic variables, such as education [16] , are also related to transportation mode choices. Second, geographic factors affect choices of transportation modes. In general, larger cities provide better public transit services and also have problems of traffic congestion, while in many rural areas there are even no public transit systems at all [17] . That said, this geographic pattern is highly heterogeneous in the U.S.: cities with similar population sizes might have very different public transit systems, depending on their specific urban forms and policies [1, [17] [18] [19] [20] . Third, culture also determines choices of transportation modes. The public transit ridership rate is much lower in the U.S., partially due to the cultural preference of automobile use [18] .
The above points explain why U.S. immigrants have different transportation patterns, i.e., the higher propensity of public transit ridership. First, immigrants, especially those with shorter length of stay, might have lower socioeconomic status [8] . Second, there is a striking difference in the geographic distribution of the native-born and immigrant population in the U.S. [6, 7] , especially in recent decades [21] [22] [23] . Finally, many immigrants encounter cultural conflicts and do not accept the American culture immediately after arrival. The above arguments, however, also indicate that immigrants should assimilate into the "regular" transportation pattern in the U.S. as the length of stay increases. Economists and sociologists have long documented that immigrants economically [8, 9] , geographically [6] , and culturally [7] assimilate into the U.S. society. In particular, when staying long enough in the U.S., immigrants and natives generally have similar socioeconomic status and settlement patterns.
In the statistical analysis, scholars can include various socioeconomic and geographic characteristics as covariates and thus capture the contributions of economic and geographic assimilation to transportation assimilation. Year fixed effects and the interaction between year and geographic characteristics should also be controlled as there might be time-specific regional factors (e.g., recent development of public transit systems) that affect public transit ridership. However, even after controlling for these variables, the length of stay in the U.S. might still be related to choices of transportation modes. In general, sociocultural characteristics are not surveyed and are thus omitted in most data sets, yet the length of stay in the U.S. still affects social and cultural assimilation [7] , which could further affect choices of transportation modes: for example, all else being equal, an immigrant who stays in the U.S. longer might be more willing to accept the driving culture in the U.S., or more familiar with the highway system in the U.S., and thus more likely to drive and less likely to ride public transit. Such social and cultural mechanisms should be reflected in the relationship between the length of residency in the U.S. and choices of transportation modes, conditional on other individual and geographic characteristics [13] .
Prior literature on immigrant cohorts
Following the above framework, although there might be a consistent qualitative relationship between the length of stay in the U.S. and the degree of similarity between immigrants' and natives' behavior (in this paper, public transit ridership), the rate of assimilation could be cohort-specific. Here I briefly discuss prior studies that compare social assimilation of U.S. immigrants of different cohorts, which helps understand not only how, but also why the trend of transportation assimilation could change over time.
Many scholars focus on differences in individual characteristics between different cohorts of immigrants and relate such differences to immigrants' social outcomes. For example, cohort trends of residential crowding among immigrants are very different from the cross-sectional pattern [24] . Related to transportation, while it is correct that recent immigrants are more likely to take public transit (hence less "assimilated") [5, 13] , immigrants of different cohorts have different individual characteristics [3, 25] , and thus could assimilate to the "social transportation norm" at different rates [26] . Specifically, the age and racial composition of U.S. immigrants have greatly changed in recent decades. U.S. censuses suggest the average length of stay among immigrants has increased over the past decades [27] . Furthermore, the U.S. has experienced the severe downturn of European immigrants [27] . While there was once a significant increase in Hispanic immigrant populations (especially those from Mexico), there is actually a declining trend of Hispanic immigration in recent years [28] . On the other hand, the Asian population in the U.S. has steadily increased since the 1970s [27] after the new immigration policies were adopted and many Asian people started to move to the U.S. These suggest that the U.S. immigrant population of different cohorts should have different demographic characteristics.
Furthermore, immigrants of different cohorts have different settlement patterns and face changes in the transportation system over time. Traditionally, immigrants are more likely to live in urban areas and prefer ethnic enclave residence [6, 7, 12, 21] , but many new immigrants tend to choose new locations, such as areas that were previously unfavored destinations [22, 23] and suburban areas (i.e., "ethnoburbs" [29, 30] ). Moreover, immigrants of different cohorts could experience different U.S. transportation systems. In the context of this paper, driving is significantly affected by oil price shocks in the late 20th century [31] . In recent decades, public transit systems in the U.S.-especially in the West-also affect travel behaviors of commuters [32, 33] , including immigrants. As suggested in the theoretical framework, year fixed effects and geographic variables are needed to be included in the empirical analysis in order to control for these factors.
Contributions
Understanding transportation assimilation has important policy implications. As mentioned earlier, immigrants constitute a major part of public transit riders in the U.S.; in some areas, the proportion of foreign-born transit commuters can be as high as 50% [3] . Researchers rely on the empirical analysis of transportation assimilation to predict the future of transit ridership [5, 25] . The study of transportation assimilation based on multiple historical data sets could provide more accurate estimation for future public transit because it takes immigrationdriven population dynamics in the U.S. into consideration [3, 26] .
Studies of transportation assimilation among U.S. immigrants also shed light on transportation policies in terms of facilities and services for immigrant passengers [3] . If immigrants are still the large population of public transit riders in the future, then it is useful to provide facilities and services for the rising immigrant population in the public transit system, such as multilingual signs and announcements. So far, a few cities (e.g., New York and San Francisco) do have provided such services as these cities have long been immigrants' favored destinations, and many immigrants use public transit after settling down. This could be employed in the entire country if other cities similarly experience the rapid growth of the immigrant transit market.
Materials and methods

Data
To study transportation assimilation in 1980, 1990, and 2000, this paper uses Integrated Public Use Microdata Series (IPMUS) 1980, 1990, and 2000 1% census data [27] . For 2010, I use the IPUMS American Community Survey (ACS) that similarly contains 1% of the nationally representative population and asks the same questions as previous censuses [27] (questions in the long form census were no longer asked in the 2010 census; instead, they were transferred to the ACS).
The U.S. census and ACS survey respondents' transportation tools for commuting to work. These data sets provide information about the residence and workplace. Hence, The sample only contains individuals who are employed. I also exclude those who work from home as they need not to commute. These suggest one limitation of this paper: as the surveys only ask questions about transportation modes for commuting, I cannot study immigrant's transportation behaviors for other purposes, such as shopping [13] . 
Variables
The dependent variable in the statistical analysis is a binary indicator of public transit ridership. Although transportation assimilation indicates both the lower likelihood of public transit use and higher likelihood of automobile use, in this paper I do not construct an automobile use indicator because it is highly correlated with public transit ridership: besides drivers and public transit riders, only approximately 5% of all commuters in the sample choose other transportation modes. Note that this paper focuses specifically on immigrants' public transit ridership, but do not exclude transportation modes other than automobile use.
The length of stay in the U.S. is the key independent variable of the main interest. As discussed earlier, there are mainly three types of variables related to transportation assimilation other than the length of stay. First, transportation mode choices are affected by individuals' demographic and socioeconomic characteristics, including gender, age, race and ethnicity, marital status, country of origin, years of schooling, and income. Table 1 presents descriptive statistics of these variables. Second, geographic factors affect transportation mode choices. All else being equal, a person living in an area with better public transit systems are more likely to take public transit. I include county-year fixed effects that control for all observable and unobservable time-variant area-specific factors. Finally, social and cultural assimilation affect transportation assimilation. However, surveys generally do not ask related questions. In Table 1 , I find that 11.4% of all immigrants in the sample choose public transit as the commuting tool. In a sharp contrast (which is not reported in this table), only 4% of nativeborn commuters take public transit. The rate of public transit ridership among immigrant commuters decreases over time-15.6% in the 1980 census, and only 9.6% in the 2010 ACS. This might be closely related to the trend of length of stay in the U.S. over time: the average length of stay is 17.5 years in the sample, but the length of stay in the U.S. among immigrants has significantly increased over time, from 12.8 years in 1980 and 20.6 years in 2010. Note that options for the question of the length of stay were not given as exact years; only year intervals (e.g., 1 to 5 years) in the 1980 and 1990 census were surveyed. Hence, I am only able to assign the average length of stay in the year interval to individual immigrants in the sample. However, given these intervals are fairly small (within several years), I assume that the within-interval length of stay follows some symmetric distribution (e.g., uniform distribution), and thus measurement error should not lead to systematically biased estimates of transportation assimilation.
The place of work plays a crucial role in determining travel behaviors. Some central cities provide good public transit systems; moreover, parking and congestion could be difficult for drivers. On the other hand, many non-metropolitan areas do not have any public transit system at all. 24.8% of immigrants work in central parts of metropolitan areas, and 5.2% of immigrants work outside metropolitan areas.
42.3% of immigrant commuters are female. There are more female commuters in 2010, possibly due to the increasing female employment rate. The average age in the sample is close to 40 years old. 42% of all immigrant commuters are Hispanic, and Table 1 shows the mass influx of Hispanic immigrants after 1980, although the proportion of Hispanic immigrants has gradually become stable after 2000. More than half of Hispanic immigrants self-identify as white. 26.4% of immigrants are non-Hispanic whites, and 7.3% are black; the proportion of non-Hispanic white immigrants has largely decreased since 1980. On the contrary, the proportion of Asian immigrants has increased since 1980. The marriage rate in the sample is fairly stable: approximately 64% of all immigrant commuters are married. The average number of children is about 1. Finally, the average years of schooling are 12.4 years, and the average personal income (in 2010 USD) is 42,000 dollars. Both years of schooling and personal income have increased over time among immigrant commuters.
In the following Figs 1-3, I descriptively present the public transit rate among U.S. immigrants as the function of their length of stay. In each figure I also show the simple linear regression line with the 95% confidence interval. Fig 1 focuses on the full sample: in general, 20% of immigrants use public transit upon arrival; the public transit rate dramatically decreases in the first few years after arrival, then slowly decreases and converges to 10%, which is still much higher than that among natives.
Figs 2 and 3 show the public transit rate as the function of length of stay based on each subsample. Graphically, the linear regression line appears to be relatively steeper in the 1980 and 1990 sample. This could suggest that the rate of transportation assimilation decreases over time. Note that, however, the "starting point" among earlier cohorts of immigrants surveyed in 1980 and 1990 is also higher. In other words, the public transit rate among new immigrants upon arrival becomes relatively low in recent decades. This might partially account for the decrease in the rate of transportation assimilation. 
Regression models
Consider an immigrant i originally from country k and live in county c in the U.S. The survey year is j, where j 2 {1980, 1990, 2000, 2010}. Denote P ijkc as the binary indicator of public transit use and I run a baseline linear probability model (LPM) to examine the rate of transportation assimilation:
where l ijkc is the length of stay in the U.S., and X ijkc is the vector of regressors introduced earlier. τ j , τ k , and τ jc are year fixed effects, country-of-origin fixed effects, and county-year fixed effects, respectively. is the error term. Including year fixed effects helps control for year-specific factors, such as that the public transit ridership rate among newcomers might be different in difference census years due to year-specific characteristics. Here, α 1 is the rate of transportation assimilation.
With this specification, it is easy to establish similar logit or probit models. In the empirical analysis I will report odds ratios of logit regressions. While not presented in this paper, the marginal effects of logit models are numerically very similar to the OLS coefficients, and the results of this paper are not driven by the statistical models. The above equation produces the general estimation. To examine transportation assimilation by year, I further run four regressions based on sub-samples that contain individuals taking the survey in specific years. In each regression, τ j is canceled out and τ jc is simplified as τ c . These regression models estimate the assimilation rate in each survey year, i.e., a . Table 1 suggests the rate of public transit ridership among U.S. immigrants has steadily fallen since 1980. Has the rate of transportation assimilation also changed during the past decades? To examine the trend in transportation assimilation, I further pool the data set and employ the fixed effect models to compare coefficients of length of stay l i by census year. By observing the regression results of these models one can check whether the decreasing trend of transportation assimilation is statistically significant.
Results
I now report the empirical results of this paper. In Table 2 , I report odds ratios of simple logit models, in which I regress public transit ridership only on the length of stay in the U.S. using the immigrant sample. Column 1 presents evidence of transportation assimilation: public transit ridership decreases as the length of residency in the U.S. increases. Logit models in Column 2, 3, 4, and 5 further show that the rate of transportation assimilation could change over time: the assimilation rate appears to be relatively lower after 2000.
In Table 3 I rerun the five regressions, but now including demographic and socioeconomic variables. Results shows the same qualitative pattern: transportation assimilation does occur Table 2 where demographic and socioeconomic characteristics are included. Table 3 shows that female immigrants and older immigrants are more likely to commuter by public transit, while married immigrants and immigrants with higher income are less likely to ride public transit, and the effect of education appears to be minor. The number of children is negatively correlated with public transit ridership, and the place of work indeed has great effects on travel behaviors, in the sense that those working in central metropolitan areas are much more likely to take public transit, and those working outside metropolitan areas are less likely to be public transit riders. In Table 4 I add another important determinant of transportation mode choices in the models: the geographic factors. Table 3 has presented the positive effect of working in central metropolitan areas and the negative effect of working outside metropolitan areas on public transit use. Table 4 further takes county information into account, in order to control for the possibility that different counties provide different levels of public transit services for travelers. Compared with Tables 3 and 4 shows that the assimilation rate is indeed underestimated without controlling for the country of residence. This suggests that the uneven distribution of public transit systems in the U.S. could interact with immigrants' settlement patterns and further the rate of transportation assimilation. Converting the coefficients into the "effect" of the length of stay in the U.S., the models do predict that the likelihood of public transit ridership after immigrants stay as long as the average length of stay in the U.S. is approximately 10% (taking the public transit rate upon arrival into account) in each sub-sample, which is very close to that presented in Fig 2. Previous tables show some evidence that the rate of transportation assimilation has decreased in the past few decades. To further examine this, In Table 5 I pool the data and construct variables that present cross-sectional differences in the assimilation rate. To do so, I conduct pairwise comparisons of coefficients of length of stay between two sub-samples. In Column 1 I run the regression of transportation assimilation based on the 1980 and 1990 sample. Results show that the assimilation rate estimated in the 1990 sample is not significantly different from that estimated in the 1980 sample. Column 2 suggests that the assimilation rate has steadily decreased in the 1990s. Similarly, Column 3 shows that immigrants of the 2010 cohort could assimilate faster than those of the 2000 cohort. In Column 4 I split the full sample by year 2000 (as there are four sub-samples in total). This final regression shows that the rate of transportation assimilation among U.S. immigrants is indeed significantly smaller in the 2000 and 2010 (i.e., "post-2000" in Table 5 ) sample.
Note that results in Table 5 -regarding trends in the rate of transportation assimilation over time-need to be interpreted with caution. The "starting point" of transportation assimilation appears to be different in each census year. In particular, not only the starting point of immigrants' transportation behaviors changes over time, which is largely due to changes in immigrants' characteristics, the starting point of transportation behaviors among natives could also change over time. Hence, one caveat of Table 5 's analysis is that it only shows trends in the "absolute" rate of transportation assimilation, which measures how immigrants follow natives' social norms to travel less by public transit; however, it might not necessarily indicate trends in immigrants' transportation behaviors relative to natives. This is a general statistical issue for individual-level datasets, as it is difficult to identify comparable individuals in the control group (i.e., natives) for every individual in the immigrant sample. z-statistics are in brackets, and are clustered at the county-year level.
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Discussion
Consistent with earlier findings [13] , the results of this paper suggest transportation assimilation among immigrants in the U.S., i.e., immigrants are much more likely to ride public transit upon arrival, but then rely less on public transit as the length of stay in the U.S. increases. Based on repeated cross-sectional data, this paper further contributes to the literature by pointing out the rate of transportation assimilation has decreased over time. This section first discusses possible mechanisms behind this phenomenon, and then discusses policy implications and limitations of the empirical analysis.
Mechanisms
There are several possible reasons that could explain this phenomenon. Figs 1 and 2 suggest that the "starting point" of transportation assimilation might change over time. Indeed, approximately 20% of immigrants were public transit users upon arrival in 1980 and 1990, and then this rate decreased afterwards (especially in 2000). This, however, could not fully explain the findings of this paper. On one hand, year fixed effects could partially control for this factor. On the other hand, this can be analyzed by running regressions of transportation assimilation based on immigrants who have just arrived in the U.S., say, within 10 years. Table 6 presents results of these regressions. Results of Column 3 and 4 suggest that the assimilation rate actually appears to be even slightly larger among new immigrants in 2000 and 2010. z-statistics are in brackets, and are clustered at the county-year level.
https://doi.org/10.1371/journal.pone.0194296.t005
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Second, the U.S. has greatly updated its public transit systems in past decades, especially in many urban areas in the Midwest and West. Hence, different cohorts of immigrants are exposed to different public transit systems upon arrival, which could affect the rate of transportation assimilation. This, however, has been captured in the regression models by controlling for geographic factors such as county and the location of workplace. This could be seen from the coefficients of workplace locations in Tables 3 and 4 , as well as the change in the assimilation rate estimated in Tables 3 and 4 , before and after county fixed effects are included.
Third, older surveys are relatively "biased" towards immigrants who have fewer years of stay in the U.S. Table 1 suggests the average years of stay have largely increased over the past decades, and immigrants' assimilation might not be linear. Indeed, immigrants does not socially or economically assimilate into the U.S. at a constant rate [7] . Table 6 also suggests that newcomers generally assimilate faster. Hence, I extend the statistical model by introducing a quadratic term of the length of stay in Table 7 .
Results show that the coefficient of this quadratic term is positive and statistically significant. Hence, the rate of transportation assimilation should be higher in a sample that contains more new immigrants. As the average length of stay has steadily increased (reported in Table 1 ), many immigrants in recent surveys have stayed long enough to assimilate into the U. S. transportation pattern. Hence, Tables 6 and 7 suggest that the decreasing trend of transportation assimilation over time can be explained by the changing demographics of U.S. immigrants, in the sense that the average length stay in the U.S. among immigrants has significantly increased.
Another factor of the demographics of U.S. immigrants is the racial composition of U.S. immigrants in different decades. In the context of this paper, The number of white immigrants -especially non-Hispanic whites-has greatly decreased over the past decades. The proportion of Hispanic immigrants has fluctuated, as seen in Table 1 and related research [28] , but the Asian population in the U.S. has steadily increased. Compared with non-Hispanic white immigrants (in Table 3 ), Hispanic immigrants are generally not significantly different but Asian immigrants are significantly likely to take public transit. Hence, the trend of transportation assimilation might be affected by different demographic backgrounds of immigrants of different cohorts. Table 8 focuses on transportation assimilation using the Hispanic and Asian sample in two panels. Table 8 shows that in the full sample as well as sub-samples of specific survey years, Asian immigrants appear to assimilate at slower rates in terms of public transit ridership. In other words, many Asian immigrants might still take public transit even after staying in the U.S. for many years. While not reported here, I find similar results of transportation assimilation among Asian immigrants and other immigrants upon arrival. As the Asian population has steadily grown in the U.S., the changing racial composition in the U.S. could be another factor behind the trend of transportation assimilation in the past decades.
To further study this, I compare the Hispanic and Asian immigrants in Table 9 . Two immigrant populations have similar average years of stay and, among newcomers who have stayed in the U.S. no more than one year, the rate of public transit ridership appears to be very similar. There are at least two possible reasons behind how two the Asian and Hispanic population assimilate differently afterwards. First, transporting children is an important reason of driving, and Hispanic immigrants generally have more children. Second, settlement patterns between Hispanic and Asian immigrants are substantially different. In particular, Asian immigrants are much more likely to work in central metropolitan areas (where taking public transit is very common) and less likely to work outside metropolitan areas (where public transit systems are inconvenient or even unavailable). In the last row of Table 9 I rerun the regressions reported in Column 1, Table 8 , without controlling for county fixed effects. Results show that the comparative pattern of transportation assimilation between two immigrant populations actually Transportation assimilation 
Policy implications
This section analyzes possible mechanisms behind transportation assimilation. There are several factors that affect transportation behaviors among both natives and immigrants, such as the availability of public transit. However, there exist some other determinants that are more specific to immigrants. The main empirical analysis in Tables 3 and 4 points out the importance to control for immigrants' individual characteristics such as education, occupation, income, and area of residence. Demographic characteristics such as race and ethnicity also play an important role. These have been well documented in many previous studies [4, 5, [24] [25] [26] [27] . This section further points out that it is important to focus on the intersection between individual socioeconomic and demographic characteristics, which is especially helpful for policy makers: immigrants are highly segregated [2] , and each immigrant population defined by race and ethnicity, if considered as a unity, usually has particular locational choices and settlement patterns [6, 7, 21] . For example, as reflected in Table 9 , while Asian immigrants are generally considered to be socioeconomically very assimilated [8, 12] , they usually reside in central metropolitan areas with good public transit services. Hence, transportation assimilation among Asian immigrants appears to be inconsistent with their socioeconomic assimilation, especially compared with Hispanic immigrants.
For policy makers, such a population-based analytical framework might be more useful than the interpretation of determinants of transportation assimilation at the individual level. In particular, many services-such as language signs and updates of public transit for ethnic enclaves [2] -are specific for populations by race and ethnicity. The results of this section highlight the importance of focusing on "gateway cities" for specific immigrant populations when making transportation policies, as the rate of transportation assimilation is highly associated with geographic locations.
Limitations
To conclude this section, I finally discuss some limitations of the statistical analysis. First, both the census and ACS only ask questions about commuting modes, hence transportation tools for other purposes, such as shopping, are not surveyed. Second, because I cannot link individuals across samples, cross-sectional results might be driven by biases from departures of return immigrants. This is a major statistical issue in studies of economic history [34] [35] [36] , although the rate of return migration is relatively low in recent decades. Note that although immigrants answer survey questions based on the county of residence, the census and ACS also survey some questions about the place of work, and prior research has also exploits variables related to residential and workplace locations [37] to study immigrants' commuting behaviors.
Conclusion
This paper studies a question in urban geography: transportation assimilation among U.S. immigrants. Specifically, new immigrants in the U.S. are more likely to take public transit and less likely to drive to commute. Prior research, however, points out that immigrants start to ride public transit less as the length of stay increases.
In this paper, I use repeated cross-sectional data and revisits this empirical question. The major advantage of using repeated cross-sectional data is that it is now possible to analyze how the rate of transportation assimilation changes over time, and what factors could affect the trend of transportation assimilation.
Consistent with prior research, this paper finds evidence of transportation assimilation: as the length of stay in the U.S. increases, immigrants are less likely to take public transit. Moreover, this paper also finds that the assimilation rate has decreased over time, despite the fact that public transit ridership among immigrants has also decreased. There are several factors behind the overall trend of transportation assimilation in the past few decades. First, new immigrants of recent cohorts become slightly less likely to take public transit upon arrival. Second, geographic variables related to residence and workplace play an important role in affecting immigrants' public transit ridership, which means that immigrants' changing settlement patterns and recent development of public transit system could be determinants of transportation assimilation. Finally, the changing demographics of U.S. immigrants have significant effects on the trend of transportation assimilation. Specifically, the average length of stay in the U.S. has steadily increased in the past decades, and the proportion of Asian immigrantsmany of whom work in central metropolitan areas-has increased. These factors also lead to the lower rate of transportation assimilation.
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